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FROM THE FEDERAL SECRETARY 


Well the only glaring error we seem to have 
made in the last issue was on page 215 which 
credited Adrian Garrett with a 1905 Ghost. The 
caption should have read — 1907 Silver Ghost 
chassis number 60588. Co-incidentally Bert Ward 
sent me a newsclipping from a Parramatta news- 
paper of unknown date and I will re-produce it 
for interest. 


Trademark Protection 

Rolls-Royce Motors Ltd. are mounting a very 
determined campaign to protect their Trade 
Marks and associated assets. Hopefully the suc- 
cess inparted on page 185 of Praeclarvm prevent- 
ing “Rolls-Royce” conversions of cars will con- 
tinue and other pirates of the Company’s reputa- 
tion will be permanently restrained. The Company 
has produced a most informative leaflet on the 
topic and sections are reproduced here for your 
information. The dangers of not enforcing pro- 
tection of these assets are succinctly summarised 
in the ‘ Trademark Graveyard.’ Members and all 
owners would be wise to help in this regard and 
report any infringements direct to the Company 
for the attention of Mr. David Roscoe — Director 
Publicity, Tolls-Royce Motors Limited, Crewe, 
Cheshire CY1 3PC, Britain. 


There have already been some _ blatant 
examples brought to my attention, eg. R-R 
Cleaners and R-R Carriers, not to mention R-R 
Discotheque! No approval or mention should be 
made to the infringers; the Company will handle 
such matters. 

An interesting complication in this area is 
that the term Rolls-Royce, and the R-R logo are 
the property of Rolls-Royce (1971) Ltd. the 
British Government controlled Company. They 
are used by Rolls-Royce Motors Ltd. under 
licence. This was one of the protective measures 
used by the Receiver who sold off the car 
manufacturing business, to ensure that the Rolls- 
Royce remained British. If I buy a controlling 
interest in Rolls-Royce Motors Ltd. and move it 
to Broken Fill, I would undoubtedly find myself 
looking for, amongst other things, a name for 
the car. 
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The Federal Executive is negotiating to re- 
gister a formal licence with the Company to use 
the name Rolls-Royce in the Club title and to 
enjoy related privileges in the use of its logos 
and trade marks. In the interim no member 
should initiate or be party to the use of these 
items for example in the production of etched 
glasses, badges, drink coasters, etc. 


Rolls-Royce Motors trade marks 


Bentley Phantom 
Buzzard Puritan 
Camargue Rolls-Royce* 
Condor Sentinel 
Corniche Servex 
Coronet Silver Cloud 
Eagle Diesel Silver Dawn 
Goshawk Silver Ghost 
Griffon Silver Phantom 
Osprey Silver Shadow 
Peregrine 


* under licence from Rolls-Royce (1971) Limited 


Dealer Relations 

Some months ago I was rather vigorously 
criticised for some of the material appearing in 
our periodic “Service Directory”. lt appears that 
my critic, who is employed by an Australian 
dealer, was approached by a member who had 
difficulty in obtaining some material suggested 
in a Service Directory as an alternative to factory 
approved spares. The irony of the particular 
quest was that the genuine items were available 
from the local dealer.This story illustrated, to 
my mind, that some members automatically as- 
sume that dealers won’t have parts for pre- 
Shadow cars. 


Rolls-Royce Spares 

There is a strange paradox about Rolls-Royce 
vehicles. One facet of the marque legend is the 
longivity of the mechanical components. Unfor- 
tunately, despite considerable efforts by the 
Company(s) to emphasise the necessity for re- 
gular maintenance this detail is usually ignored 
by many owners particularly when the cars are 
beyond the guarantee period but relatively young. 
Eventually through neglect, the car needs a very 
considerable amount of restoration either to keep 
it mobile or to meet safety standards. If this 
action is taken at a time, say 15 years after 
the car was manufactured, the dealers may 
suddenly have demands for parts never before 
requested. If they are not in stock we should be 
sympathetic. Spare parts are idle money in any 
business. Similarly the factory can hardly be 
expected to carry every spare for every post-war 
model made. By the end of 1970 for example, 
there were no less than 10 different configura- 
tions for replacement V8 engines from the 
factory! 
The Role of the Club 

As a Club, through the medium of Praeclarvm 
and personal association, we try to encourage 
members to maintain their cars at the best 
standard possible, consistent with their budget 
and/or ability. Regrettably finance must be your 
problem. As to abilities, well there are some who 
are terrified of opening the bonnets, but most 
of us with a little bit of encouragement and 
advice can do a great deal toward maintaining 
our cars. I hope that these words will give you 
encouragement. Try not to be daunted. There 
are some professionals among us who on con- 
sultation will respond similarly to a brain surgeon 
being asked about the best approach to perform- 
ing a frontal lobotomy on your mother-in-law. 
In fairness however, no one would suggest that 
you tackle the complete overhaul of a Phantom III 
engine if your present experince has been limited 
to changing spark plugs. 


Sources of Information 

The first requirement is obviously to obtain 
all the information possible on the task ahead 
of you. Where to obtain it? If there is a dealer 
near you he may be prepared to give you genuine 
advice on the magnitude of the task both in time 
and cost. He may be able to advise you on parts 
availability. Remember however that his time 
is money. There are also some dealers who will 
tell you little or nothing about a Rolls-Royce or 
Bentley other than to suggest you hand it over 
to them for overhaul. This attitude is unassist- 
able. And in the area of maintenance of Silver 
Shadows this is actively encouraged by the 
factory as such monopolies of information are 
part of the inducement for companies to invest 
in Rolls-Royce sales and service. While it is easy 
to be sympathetic to this attitude for Shadow 
maintenance, it is somewhat unrealistic to incurr 
a three thousand dollar bill for an engine over- 
haul on a three thousand dollar Bentley. This 
clearly is a matter for your own judgement and 
negotiation. 

The other source of information and advice is 
your Club and through it the affiliated Clubs of 
Britain and the United States. Between the three 
it is unlikely that you will not obtain the infor- 
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The Sheil Trophy. 


mation you seek. If you are remote from a Section 
Headquarters write to the Secretary or me. Our 
Club has through its members access to every 
manual ever published on Rolls-Royce. The 
British Club sells parts and workshop manuals on 
all cars up to the Silver Shadow. The American 
Club has indexed its bi-monthly journal the ‘Fly- 
ing Lady’ which over 20 years of publication has 
covered an enormous amount of practical ex- 
perience with these cars. All Clubs have repro- 
duced various parts manuals and Depot Sheets 
on pre-war cars. It is all there for the asking. 


1977 Federal Rally 

Registration forms and brochures are en- 
closed with this issue. Please finalise and return 
them to Queensland as quickly as possible. Fred 
Engish has concluded that only Shadows will fit 
on the Motorail to Murwillimbah. All other models 
are too high. The cost and time tables prohibited 
top rail freight. 


Bill Coburn. 


EDITOR’S NOTE 

Whilst every care is taken ta check information published in Praeclarym, 
no responsibility can be accepted for errars. 
Contributions — 

The Editor would be grateful for any memorablia, photos, advertise- 
ments, accounts of restarations, memories af experiences of cars owned 
or known or any ather material that deals with Ralls-Royce and Bentley 
cars. 

Subscriptions — 

Praeclarvm is available on a subscription basis to nan-members and 
for thase members wha may wish an extra copy. Such subscriptions carry 
no membership privileges. Rates are as follows: 


Australia $Aust10. 
North America $US10. 
Elsewhere $Aust7.50. 
All rates quoted are for surface mail. The issue of expiry on sub- 
scriptions is imprinted on the right hand top corner of the address label. 


View on Top Sipe or FRAME 


FRAME REINFORCEMENT — POST-WAR 
CARS 


Bert Ward has written of frame failure in the Bentley 
Mk. VI, Silver Dawns and Silver Wraiths that occurred on 
the bullock tracks in Australia. On a suggestion by Aus- 
tralian agents the Company brought out the following 
re-inforcement scheme which subsequently became stan- 
dard on the all-welded frames used on the ‘R’ type Bentleys 
and ‘E’ type Silver Dawns. Detail drawings of the stiffeners 
are held by the Federal Secretary. 


STIFFENING FRONT END OF CHASSISS ON 


Carns FOR AUSTRALIA. 


View on BoTTOm SIDE oF FRAME. 
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REAR VIEW, REAR SUB FRAME 


An early car showing full hydraulic reticulation. 


ROLLS-ROYCE AUTOMATIC HEIGHT 
CONTROL SYSTEM 


One of the more interesting features of the 
current Silver Shadow and its derivatives is the 
self-levelling suspension. This mechanism allows 
the car to maintain an optimum standing height 
despite loading of the car up to a capacity of 
about 750 Ibs. The factory kindly supplied the 
following article and illustrations for our educa- 
tion. — Ed. 


Introduction 

The Rolls-Royce automatic height control 
system is designed to maintain the riding height 
of the vehicle regardless of loading so ensuring 
optimum ride and handling characteristics. The 
system is operated by high pressure hydraulics 
and since this is also employed in the braking 
system there will be some mention of the brakes 
in this description. Early cars had automatic 
control at both front and rear, however, later 
development revealed that the change in attitude 
of the front with loading was so small that the 
front levelling system was rarely working. As a 
result it was soon deleted. This description will 
therefore mainly cover the later specification of 
vehicle without front levelling. 


Major Components 


1. Two high pressure pumps. The front one pro- 
vides pressure for one of the power braking 
systems and the rear one provides pressure 
for the other power braking system and the 
automatic height control system. 

2. Two accumulators. These are small pressure 
storage units (spheres), each with a control 
valve assembly which ensures that a constant 
pressure is available for braking and height 
control. The front accumulator, fed by the 
front pump, supplies one of the power braking 


systems and the rear accumulator, fed by the 
rear pump, supplies the other power braking 
system and the automatic height control 
system. 


8. There are two height control rams, one at 


the top of each rear spring which are fed 
with high pressure fluid from the rear ac- 
cumulator. Each acts directly on to the spring 
upper-housing and when fed with pressurised 
fluid causes the rear of the car to rise in 
relation to the suspension. 


4. There are two height control valves, one for 


each height control] ram. Each valve has a 
linkage attached to the suspension lever on 
the particular side and controls the fluid 
flowing to the height control ram in relation 
to suspension position. 


5. An additional feature is the solenoid valve 


which provides the fast/slow levelling facility. 
When the gear lever is in neutral or park, or 
a door is open, the solenoid valve is energised 
to engage fast levelling to cope with the 
sudden load of a suitcase or extra passenger. 
When driving, slow levelling is in operation 
to compensate for gradual changes such as 
the emptying of the fuel tank. 


Operation of the System 


Since each of the two power hydraulic 
systems is entirely separate, this description 
will cover the rear system, which operates the 
automatic height control and one of the power 
braking systems. The hydraulic pump is located 
on the tappet chest and operated by an eccentric 
on the camshaft through a vertical push rod. 
The fluid flows from the reservoir to the pump 
and when pressurized passes down a pipe to the 
accumulator. If the fluid pressure in the ac- 
cumulator sphere is adequate, the fluid from the 
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HYDRAULIC ACCUMULATORS 
IN POSITION 


1 Return pipes to reservoir 

2 Inlet from front pump 

3 Inlet from rear pump 

4 Outlet to distribution valve 

5 Bleed screw 

6 Warning lamp (pressure) switch 
7 Warning plate 


8 Outlet to distribution valve 
and height control 


pump by-passes the system and returns to the 
reservoir. However, the moment any fluid stored 
in the accumulator sphere is used for a braking 
or height control function, then the accumulator 
valve diverts the fluid from the pump to replenish 
the accumulator sphere until the correct pressure 
is again achieved. 

Fluid required for the automatic height con- 
trol system passes down a pipe and there is a 
supply to each height control valve. Since there 
are two height control valves and two height 
control rams, one for each side, and the operation 
of each is similar, we shall consider only one for 
this purpose. The height control valve, which is 
mounted on the rear suspension crossmember, is 
corrected mechanically through a small link to 
the trailing arm of the rear suspension. There- 
fore when the rear suspension moves in relation 
to the car body, say when luggage is put in the 
boot, the boot, the link to the height control 
valve moves. When the solenoid valve is ener- 
gised and fast levelling is engaged, this movement 
of the link causes high pressure fluid to be re- 
leased to the height control ram so compensating 
for the change in load. As soon as the car reaches 
normal ride height again, the height control 
valve linkage again closes the valve. When the 
solenoid valve is in the slow levelling mode a 
signal pressure is applied to the height control 
valve which considerably reduces its sensitivity 
and restricts the flow of fluid to the height 
control ram. As stated above, the operation of 
both sides of the car in this particular instance 
is identical, although there is of course only one 
solenoid valve serving both contro] valves. 

When the weight in the car reduces, the 
system works in exactly the same way, allowing 
the rams to exhaust to the reservoir until the 
car again reaches normal ride height. 
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LEFT-HAND SIDE REAR HEIGHT 
CONTROL VALVE IN POSITION 


1 Upper ball joint—connecting rod 
2 Height control valve 
3 Restrictor—solenoid valve 
4 Disconnection point—valve removal (white) 
5 Rear suspension cross-member 
6 Return to reservoir (white) 
7 High pressure feed (orange) 
8 Pressure line from solenoid valve (yellow) 
9 Disconnection point—valve removal (yellow) 
10 Lower ball joint—connecting rod 
11 Rear cross-member mount 


12 Connecting rod—height control ram 


Service Problems 
Two service problems may be of interest. 


Leaks 


With any hydraulic system there is the pos- 
sibility of leaks, but as long as the servicing 
arrangements are correctly carried out there 
should not be too many problems. 


Standing Height 


This is the major problem in service since 
there is a great deal of confusion between ‘mec- 
hanical’ and ‘levelled’ height. The automatic 
height. The automatic height control system is 
not designed to compensate for settling in the 
suspension and never should be used to do so. 

The vehicle should be correctly set for mec- 
hanical height, that is the standing height, cor- 
rectly loaded, with levelling inoperative. This is 
set by shims above the rear spring. The principal 
cause of settling is either springs or, more likely, 
the rubber isolators at the top of the rear springs 
which in 1973 were replaced by a solid upper 
mounting. 

When the mechanical standing height has 
been set, the height control valve links should 
be adjusted so that a slight lowering of the rear 
of the car causes the height control valve to 
supply fluid to the rams and return the car to 
its correct height. 


REAR RIGHT-HAND HEIGHT CONTROL 
VALVE 


1 Hand brake cable 

2 Securing bolts 

3 Rear height control valve 

4 Connection to height control ram (brown) 
Connection—nigh pressure feed pipe (orange) 

6 Trailing arm outer 

7 Ball connection—height control valve link 

8 Operating link—trailing arm to height control 
valve 

9 Joint sealing boot 

10 Restrictor—solenoid valve 

11 Disconnection point—valve removal (white) 

12 Disconnection point—valve removal (yellow) 

13 Height control solenoid valve 

14 Solenoid valve elecirical connections 

15 Rear suspension compliance mount 

16 Trailing arm inner 


oD Ceo 


As you will appreciate, it is so easy for 
people to adjust the height control links to jack- 
up’ the rear of the car on the levelling to com- 
pensate for mechanical settling. The result can 
be that the rams are always working in the fully 
extended position and as a result they soon be- 
come noisy and sometimes develop leaks. Also, 
the other parts of the hydraulic system are work- 
ing at full capacity all the time with obvious 
results. 


Fast Levelling 

Cars sometimes become stuck on fast levell- 
ing and whilst it is occasionally an electrical 
problem it more often results from sediment or 
foreign bodies in the system. The solution here 
is to drain, flush and refill the hydraulic systems 
with RR363 Brake fluid and to remove and 
clean the restrictors adjacent to the solenoid 
valve. If the car has been using green fluid, it 
will be necessary to strip and clean the reservoir 
since the green deposit obscures the sight glasses. 
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CUT-AWAY OF HYDRAULIC PUMP 


1 Adaptor and outlet port 
2 Non-return valve and spring 
3 Pump barrel 

4 Adaptor and inlet port 
5 Inlet annulus 

6 Pump housing—outer 
7 Plunger spring 

8 Plunger 

9 Push rod 

10 Pump housing—inner 
11 Inlet valve 


The following was contributed by my father- 
in-law now living at Caloundra, Queensland.—Ed. 


MEMORIES OF HENRY ROYCE 


We were very young at the time. I was only 
ten when the First World War ended, and it 
would have been a few years later that I was 
old enough to go off to the coast on my bicycle 
from our home at Chichester, and so out of my 
mother’s hair on days when I was not at school. 

To us kids, Rolls-Royce simply meant the 
silent, chauffeur-driven limousines which appear- 
ed once a year on the occasion of Goodwood race 
meetings, and streaked up the long hill to the 
race course. The humble taxis, often belching 
steam from radiators, and the dorse-drawn car- 
riages were left behind in clouds of dust. 

Half the traffic in England at that time 
was horse-drawn, and few of the roads were 
sealed. 

We were too young then to take interst in 
the teennical aspects .of motoring, or to enquire 
into the origin and history of the Rolls-Royce 
combination. We were, however, immensely im- 
pressed when we learned that Mr. Royce had 
bought a cottage on our coast at Wittering, 
quite near our normal sea-side destination. 

I cannot remember how we managed to learn 
when Mr. Royce was in residence, but in some 
mysterious way we always did. 

There was one stretch of road between 
Chichester and Wittering which was tarred 
even in those days. It was known as _ the 
Birdham Straight. We always believed it to be a 
section of an old Roman road — an extension of 
Stane Street, the Roman road from London to 
Chichester — to a point on Chichester Harbour 
still known as Roman Landing. Be that as it 
may, it was on Birdham Straight that we always 
lay in wait to see — we knew we would not hear 
— the passing of Mr. Royce in his lovely grey 
open Silver Ghost, as I now know it to have been. 

He became for us kids a sort of benevolent 
patriarchal figure, rather like a motorised Santa 
Claus. I expect we used to stare at him goggle- 
eyed when we came across him shopping in the 
town, but I remember him as a tall, dignified but 
smiling, loveable character, and I am sure that 
a child’s impression could not be gravely in error. 

Inevitably, stories about Mr. Royce started 
to circulate, and most probably became distorted 
with frequent re-telling. There was one, however, 
for which I can vouch, as it concerned a youth 
well known to my family. 

Mr, Royce was on his way back to his sea- 
side cottage one night when he saw a flickering 
light at the side of the road. Slowing, and finally 
stopping, he discovered our young friend in 
trouble with his motor-bike. A somewhat jaded 
light from an acetelene lamp was directed on 
the single cylinder of the bike. Inevitably, it was 
raining. 

Royce got down from his car, walked over 
and said to the youth, “Can I help you?” The 
young man looked up, saw an elderly gentleman, 
and behind him a large, expensive. car, and said, 
“You wouldn’t know anything about these 
things.” Mr. Royce shrugged his shoulders, and 
without showing any offence, said quite simply, 
“Perhaps you’re right,” returned to his car and 
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drove away. It was only as Mr. Royce climbed 
into his car that our young motor-cyclist took 
the trouble to look more carefully, and to re- 
cognise the well-known Silver Ghost. 

Jack Cook. 


DON APPLEBY’S ALBUM 
Don Appleby of York Motors Pty. Ltd., Sydney produced a collection 
of photos of Rolls-Royce and Bentley cars in Australia that he has 
gathered over the years. Bert Ward was called on to provide the 
captions. If anyone can add to the information, please advise the Editor. 


No. 5 
I apologise for not including this photo on 
page 219; I do so now. 


No. 6 

This photo of 3AZ204 was taken outside the 
Rolls-Royce Service Station, and the full history 
of this car is in Praeclarvm page 98. 


No. 7 

Phantom I chassis 5 LF was fitted with a 
hard top touring body by Jackson, Jones and 
Collins and delivered to the then A. Howie on 
24-2-28. The A. Howie company were very large 
property builders in those days; he was later 
knighted and became the Lord Mayor of Sydney. 
After a short period Sir Archibald found that 
this type of body was not suitable (the car had 
only done 1000 miles) so he had Jackson, Jones 
and Collins build a 5 passenger Saloon Body on 
57LF. The photo shows the hard top touring body 
with Don Appleby and his sister. 

This body when removed was kept by Jack- 
son, Jones and Collins in their workshop and its 
history will be told later in this article. 

After Sir Archibald’s death the car was 
purchased by W. G. Sands of Kiama. N.S.W. He 


used it as a tourist car, plying from Kiama to the 
scenic sights around this area. Later he moved 
to Katoomba, N.S.W., where it was used on trips 
to Jenolan Caves. The car was then purchased 
by John Andrews, an old member of the Club 
who used it for many years and towed a very 
large caravan. I understand the car is owned 
now by Peter Lamb, a Club member who also 
has an ‘R’ type Bentley. 

As regards the removed hard ton body, in 
1926 a PI chassis 111DC was fitted with 7-seater 
saloon body by Smith and Waddington for a Mr. 
Greg McGirr, who had his head office in Parkes, 
N.S.W. He owned 43 hotels in the outback of 
N.S.W., and this car was used to travel around 
to these hotels and Sydney. The engine of this 
chassis was not touched for 97000 miles, and that 
was in the 1930s! The engine was completely 
overhauled, and the complete chassis put in first 
class order. 

One Sunday this car with driver and three 
passengers, but not Mr. McGirr, was travelling 
back to Parkes, on the western side of Lithgow 
when on the straight stretch of road to Marran- 
garoo, a bus which was the last service coach plvy- 
ing between Orange and Sydney, was on the wrong 
side of the road, and had a wreath on the front 
of the radiator, and was travelling straight at 
the Rolls. The driver of the latter waited for 
some time at reduced speed, before he decided 
to cross to his wrong side of the road to try 
to avoid a head on collision. 

As he was half way across the road the 
driver of the Studebaker service coach must have 
woken up and decided to get to his right side 
of the road. It struck the Rolls on the near side 
of the front door and ripped the body off except 
the scuttle. The passenger in the front seat, and 
one in the rear were killed. The driver was 
found sitting on top of the gearbox still holding 
onto the steering wheel. The service coach, had 
a steel luggage rack on top of the body and a 
passenger in the front seat, went through the 
roof and the rail of the luggage rack split his 
head in two. Both cars, as far as the Insurance 
company was concerned, were a write off. 1 saw 
them in Lithgow. The Studebaker was a wreck, 
and the Rolls from gearbox back was also a mess. 

G. McGirr however bought the wreck of the 
Rolls and it was towed to the Service Station 
of Appleby and Ward. We stripped it right down, 
and fully repaired it to new. Next was the ques- 
tion of a body, so McGirr saw Jackson, Jones and 
Collins, and made a deal to purchase the hard 
top touring body ex 57LF, and fitted it to 111DC 
painting it brown and cream. The car returned 
to its normal duties and Mr. McGirr told all his 
friends that it was a new car. 
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It was this car, which was so reliable that 
made Mr. McGirr a millionaire and he said so. 
After he passed away, I saw 111DC in 1953-56, 
then owned by a Doctor E. Marshman of Bower- 
ville, North Coast of N.S.W. He called on me at 
the Service Station and used the car, but it 
required some repairs. Later he purchased an- 
other Phantom I chassis no. 30LG which had 
done a lower mileague and was in better condition. 
This car when new was owned by Dame Edith 
Walker. When she died, it was purchased by the 
present Prime Minister’s father, this would be in 
the middle 1930’s. Dr. Marshman, however, re- 
moved the body of 111DC and fitted it to 30LC. 

So this hard top touring body was first on 
chassis 57LF, then 111DC and now 30LG and 
this car is now owned by our President, George 
Sevenoaks, and the remains of 111DC by F. 
Palfreyman. 


“MIRACLE” CAR BATTERY PRODUCED 
HERE 
from Pedr Davis 

In the course of my duties as a motor-noter, 
I’ve come across something which will be of 
interest to all enthusiasts who make only 
occasional use of their cars. 

It is the Maintenance-Free Battery produced 
by Besco, a division of Sims Products of Sydney. 

This revolutionary design has several major 
advantages: 

* It holds its charge four times longer than a 
standard battery. The makers claim that if 
a car was left untouched in the garage for 
twelve months, the battery would still have 
enough charge to start the motor. Ten million 
of these batteries have now been built by 
Gould Inc., in the U.S.A., and their tests 
show that they hold the charge up to eigh- 
teen months. 

* No water (or anything else) need be added 
for the life of the battery, but provision is 
made to check the specific gravity. 

* The battery has twice the normal cranking 
torque for cold starts and twice the standard 
capacity to accept charge and discharge 
cycles. According to Mr. Rod Nyman, manag- 
ing director of Besco, the battery will give 
good service for up to ten years in a vehicle 
used only occasionally. 

Besco have spent $4 million on the technology 
and equipment required to mass produce the 
maintenance-free battery. Distribution has al- 
ready started through 200 outlets across the 
country. At present only 12 volt batteries are 
built, but Mr. Nyman tells me that 6 volt units 
will soon go into production. 

The 12 volt battery is built in three sizes, 
ranging from 61 to 120 amp hours. It weighs 
about 1.5 kg more than a conventional battery of 
equivalent capacity and sells for between 12 and 
20 per cent more, i.e., about $57 for an 81 amp/ 
hour unit. 

Each battery is sold with the month and 
year clearly marked on its top and a 3-year pro 
rate guarantee. Non-corrosive terminals are fitted. 
Don't worry if you have stepped up the charging 
rate of your generator . .. tests show that 
the new battery has a remarkable ability to 
accept over-charging without damage. 


SILVER GHOST CHASSIS No. 1126 


I asked Alastair Angas of Clare for the 
following story about this photo of a Ghost which 
allegedly raced a Model T Ford from Clare to 
Hill River, South Australia — in reverse! 

My father died when I was only eleven. As 
a result, tracing the history of many of the 
cars he owned has been rather difficult, especially 
as my two uncles and my grandfather between 
them owned many versions of Rolls-Royce during 
the years 1908 until 1928, and so my two uncles 
(both still alive, but one is now 87) get confused 
at times when 1 ask them about my father’s 
cars of the same make. 

However, this much I can tell you. My father 
was invalided out of the Royal Naval Air Service 
in 1917 and when he returned to Australia he 
had Silver Ghost Chassis No. 1126 — the car in 
question — with a rather dashing open body 
built by the Grosvenor Carriage Co. Today all I 
have remaining is the chassis number plate 1126 
and the South Australian licence plates 7227 as 
seen in the photo. At one stage in the loft of 
the stables we had the barest of chassis frames 
together with the front stub axles — these I 
gave to Gavin Sandford-Morgan. Certainly local 
history has established that my father had a 
monumental crash in the car one day outside 
the Clare school but one feels that the car might 
have been rebuilt rather than dismantled after 
this, but if this were the case it must have been 
very incomplete in its renewal for the chassis 
plate not to have gone with the car. However, it 
appears that my father no longer had the car 
after this time, whatever happened, as he re- 
placed it with a Lanchester 40. 

There are various anecdotes concerning the 
period my father owned this Ghost. On his return 
in 1917 before leaving the forces completely, he 
went as recruiting officer to Broken Hill at a time 
when conscription was a burning issue. Needless 
to say, his popularity was nil, and as he had the 
reputation of always travelling very fast, one 
of his enemies strung wire across a road outside 
Broken Hill which collected father and Silver 
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Ghost one night with painful consequences to 
both car and driver. The Clare local history book 
from which you copied the photo also mentions 
his race in reverse from Clare to Hill River. 

Actually the picture is taken on the road 
from Clare to Hill River. 

One amusing sidelight on the Ghost and 
motoring in general in the Australian countryside 
in the early twenties is provided by some old 
diaries of my father’s which I came across in 
the office one day. At that time, he had a mechanic 
named Jamieson, and the entries went like this — 
Monday, Jamieson on the Rolls. Tuesday, J. on 
the Rolls, Wednesday, J. on the Rolls, Thursday, 
J. on the Rolls, Friday, to Adelaide in the Rolls. 
Saturday, in Adelaide. Sunday, returned home. 
Monday, Jamieson on the Rolls and so on for 
the next few days. Although Clare is 84 miles 
from Adelaide, the road in those days left plenty 
to be desired! 


Alastair Angas. 


VALVE AND IGNITION TIMING DATA 
ROLLS-ROYCE PRE-WAR CARS 


EDITOR'S NOTE: Full acknowledgement is made to the factory for the 
following information. The de‘ail has been extracted from TSD 2022 
published in 1962 by the Technical Publications Department of the 
then company Rolls-Royce Limited. Ber! Ward has lent me the booklet 
and | intend reproducing it in serial form under the above heading 


jo provide a ready reference for readers. 


TIMING MARKS ON FLYWHEEL 


T.D.C. Top dead centre B.L.I. Battery late ignition 

B.D.C. Bottom dead centre M.L.I. Magneto late 
ignition 

LO. Inlet (valve) opens B.AI. Battery advanced 
ignition 

IG. Inlet (valve) closes M.A.I. Magneto advanced 
ignition 

E.O. Exhaust (valve) opens IGN. Ignition 

E.c. Exhaust (valve) closes LI. Late ignition 


The marks on the flywheel provide accurate timing 
only when the clearances between the valve stem ends and 
the rocker arm faces are set to the specified values. 

In some cases, owing to the effects of manufacturing 
limits and a cam form with slow rates of opening and 
closing of the valves, the correct timing may not apparently 
coincide with the marks on the flywheel. In this event, 
care should be taken to obtain the I:C: and E.O. settings 
accurately. 

Firing order: 1, 4, 2, 6, 3, 5. 
Phantom III 

The marks on the flywheels of Phantom III cars are 
applicable only to cylinders Nos. 1 and 6 of ‘A’ bank (the 
right-hand bank when viewed from the driver’s seat). 
Markings T.D.C. and B.D.C. are common to both cylinders; 
all other markings apply alternately to No. 1 and No. 6 
cylinder as the crankshaft revolves. 

Firing order: D145 12: 16; Sy 98 
6, 3, 5, 1, 4, 2. : 

When carrying out or checking valve or ignition timing, 
the crankshaft should always be turned by the flywheel and 
not by means of the starting handle; otherwise, the action 
of the spring drive assembly may cause variations in the 
readings on the flywheel and inaccuracy of the timing. 


VALVE TIMING PROCEDURE 

1. Turn the crankshaft anti-clockwise until the valves of 
No. 6 cylinder are on the point of rockire; the exhaust 
valve just closing and the inlet valve just opening. 

2. Adjust the tappets of No. 1 cylinder to the flywheel 
marking clearance specified for the engine. 

3. Turn the camshaft to the point where the inlet valve 
of No. 1 cylinder is just closing. 

4. Turn the crankshaft until the I.C. mark on the flywheeel 
is aligned with the timing pointer on the clutch case. 

5. Fit the gear and the crankshaft damper unit to the 
crankshaft und tighten them onto the taper. 

6. Check the timing. An error of one tooth on the gear is 
equivalent to ? in. (1.9 cm.) at the flywheel periphery. 


TIMING — TO CHECK 

1. Turn the crankshaft until the valves of No. 6 cylinder 
are on the point of rocking; the exhaust valve just 
closing and the inlet valve just opening. 

2. Adjust the tappets of No. 1 cylinder to the flywheel 
marking clearance specified for the engine. 

3. Turn the crankshaft to the point where the inlet valve 
of No. 1 cylinder just closes. This point may be recog- 
nised as the push -od becomes free to be turned by 
the fingers. 

4, Check that the timing pointer on the clutch case is 
aligned with the I.C. mark on the flywheel. Maximum 
tolerance is 1/8 in. (0.32 cm.) late (preferably late). 
On completion of the valve timing operation, reset 

all tappets to the running clearance specified for the 

engine. 

Silver Ghost 
inlet Valve Opens when the piston has travellled 

050 in. (1.27 mm.) on its downward stroke, or 12 in. 

(38.10 mm.) on the circumference of the 173 in. (43.50 cm.) 

diameter flywheel; this is equal to an angular movement 

10 deg. past T.D.C. 
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Inlet Valve Closes 54 deg. past B.D.C. or when the 
piston has travelled 13/16 in. (20.64 mm.) on its upward 
stroke; this is equal to a distance of 85 in. (20.65 cm.) on 
the circumference of the flywhheel. 

Exhaust Valve opens when the piston is 15/16 in. 
(23.81 mm.) before B.D.C. or a distance of 88 in. (21.91 cm.) 
on the circumference of the flywheel; this is equal to an 
angle of 58 deg. before B.D.C. 

Exhaust Valve Closes 10 deg. after T.D.C. or when 
the piston has travelled .050 in. (1.27 mm.) on its down- 
ward stroke; this is equal to 1! in. (38.10 mm.) on the 
circumference of the flywheel. 


—\\/E 


HOW SOUTH AUSTRALIA DOES IT 


I am always a little apprehensive when I go 
to an evening function knowing that people will 
make speeches for two hours before I can have 
a drink and a little supper. I may go to sleep 
and snore. I may, more unfortunately, stay wide 
awake and be horribly bored. I may laugh 
hysterically in the wrong place. The whole thing 
is daunting. 

The Rolls-Royce ‘Historical and Technical 
Evening” wasn’t like that at all. Firstly, it was 
luckv that no more people came, because the 
room was full of nice friendly Rolls-Rovce owners 
and fanciers to whom it is always pleasant to chat. 
Secondly, none of the speakers waffled. 

We had our very old friend Jack Vidler with 
us. He came over from Melbourne specially to 
talk to us, and to meet again the people he had 
known here for so many years. He spoke of early 
transport in England and Australia, and told 
me a lot I did not know. 

Alastair Angas talked about Rolls-Royce 
armoured cars, quoting from records his father 
had made during the 1914-18 war when involved 
with these vehicles. He also talked about Angas 
family Silver Ghosts, and said a few words about 
Continental Bentlevs, with reference to his own 
fine S1. 

Tom Johnston gave us an excellent talk on 
Preventive Maintenance — it was direct, infor- 
mative and authoritative. 

Eric Rainsford spoke well on the restoration 
of veteran and vintage cars, making a number 
of points that should be helpful to aspiring 
restorers. We saw a three-minute film on the 
Camargue, which was interesting if perfunctory. 

Gavin Sandford-Morgan showed a number 
of slides, many taken a long time ago, of veteran 
and vintage Rolls-Royce cars in England, America 
and Australia, including my old Twenty Tourer, 
which I sold in the late forties (so naturally I 
enjoyed that). 

We had a guest from Shropshire, Henry 
Wilkins, who has a fine collection of veteran and 
vintage ‘cars, including several Rolls-Royce pro- 
ducts, and many people enjoyed taking to him 
over a glass of wine and a sandwich. 

The evening was, in my opinion, instructive 
and entertaining, and I think that every one 
present would wish for a repetition of this type 


of meeting. 
Edward Godfrey. 
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NO WREATHS FOR THE WRAITH 


The Rolls-Royce 25/30 was the logical 
development of the 20h.p. first produced in 1922 
succeeded by the 20/25h.p. in 1929. The 25/30 
announced in 1936 was a beautifully balanced car 
and provided it was not “over bodied’ was 
dimensioned sensibly and produced an adequate 
maximum speed of some 80 m.p.h. This car was 
considered by many to be the finest of al] the 
“small” Rolls-Royces but in an apparent effort 
to modernise the model it was succeeded by the 
Wraith in 1938. The wraith used a similar chassis 
design to the Phantom III an all welded cruciform 
and introduced independent front suspension 
modelled on the Genera! Motors inspired four bar 
linkage system employing enclosed coil springs 
operating horizontally. 

Gone was the familiar hand operated ignition 
control and the handbrake moved down beside 
the driver’s seat. One very worthwhile feature 
however was the provision of synchromesh on 
2nd gear. 

Only 491 of these cars were produced, pro- 
duction ceasing in 1939 although for some season 
the Bentley Mk. V, the Wraith equivalent, con- 
tinued in dribbling production until 1941. Only 


six Wraiths are known to be in Australia (exclud- 
ing the Tennant Wraith about which I hope 
Harrie and Thelma Betts will advise me the 
chassis and engine number, hence an edited 
article in a past ‘London and Derby’ by Bert 
Ward should be of some interest. — Editor). 

The 25/30 h.p., was a good car and proved 
itself, and tc change to the design of the 
“Wraith,” why, I will never understand. The 25/30 
had a good and proved chassis frame, good engine, 
gearbox and brakes. 

The engine on the Wraith was still a 44 litre 
like the 25/30, but was modified in certain ways. 
The lovely train of timing gears of the 25/30 h.p., 
of bronze and steel with a brown bakelite cam- 
shaft gear, was much cheaper to produce 
but not as satisfactory. We had trouble with 
this gear on the PIII, which was a complete 
failure and was replaced with an alumium gear. 
This gear on the Wraith had an extra load placed 
on it as the generator, distributor, and water 
pump were also driven by thisgear. With the 
old train of gears, the only extra load the cam 
gear had was the generator, as the distributor 
and water pump were driven through the idler 


By-pass filter and suction strainer. 


distri- 


Engine being dismantled, note drive arrangements for 


butor and generator and the water pump at rear, 


A view of the chassis form. 


gear direct from the crankshaft pinion. The 
engine was fitted with a by-pass oil filter, but 
retained the gauze oil filter in the sump. 

The Wraith chassis was of box section with 
a cross member amidships; the front of the 
chassis being supported by a large pan. This 
pan carried the lower suspension triangle levers, 
the centre steering control bracket and the brake 
equalizer. The front suspension including the 
front shock absorbers was suspended on the 
chassis frame. At the extreme front of the chassis 
there was a small cross member which carried 
the front hydraulic jacks. The car retained the 
servo operated mechanical brakes. 

The first Wraith chassis WRB38 to arrive 
in Australia was delivered to Sydney. It was 
fitted with a body built in Sydney by Mackey’s 
Bros., of Surry Hills, for a Mr. Wilson of Barraba, 
N.S.W., and delivered early in 1939. 

This type of chassis was not suitable for the 
outback conditions of Australia, as proved by 
WRB388. When the Duke of Gloucester came to 
Australia in 1945 as Governor General of Aus- 
tralia for two years, his fleet of cars were a PIII 
and two Wraiths. One Wraith was only used as 
a town car and did not travel off the city roads, 
but the other Wraith did the same work as a 
PIII, and Appleby and Ward maintained these 
cars. We were kept busy, especially with the 
Wraith which was used on outback roads. First 
we had front suspension trouble and fitted 
stronger springs, increased the front damper 
poundage to the maximum, and fitted the maxi- 
mum number of packings to the front springs 
to increase the ground clearance. We also increas- 
ed the viscosity of oil from 20 to 30 (not multi- 
grade) in the front suspension and shock dampers. 

The worst problem was to keep the steering 
geometry correct, as the front pan sagged, and 
there was no adjustment on the front suspension 
or steering tie rods. If the maximum number of 
packings had been fitted to the front springs, 
the only way to correct camber was to remove 
the front pan and straighten it, or fit a new 
unit. Either way it was a big job. The factory 
did advise a method, and that was to set the 
lower triangle levers, or arms. This we tried but 
with no success. However we did come up with 
modification — Appleby and Ward’s own similar 
to the well known Bentley Mk. VI chassis 
strengthening technique which proved more satis- 


During production, Rolls-Royce, Lucas and Bosch all had a 


the manufacture of the electrical equipment. 


factory than a new pan. We also had this trouble 
with the PIII. This modification was expensive 
even in those days with labour costs at 25c per 
hour. We experienced this problem with the 
Wraith used by the Duke of Gloucester the chas- 
sis sagged amidships and the body doors would 
not keep closed. 

The 25/30h.p. chassis was fitted with a 
Marles type of steering box and was satisfactory. 
The same type of box was fitted to the Wraith 
except for the bearings which ironically had to 
be modified to the 25/30 design. 

The gearbox used on the Wraith was not the 
same as used on the 20/25 and 25/30h.p. cars, 
and had trouble with thrust washers on the 2nd 
and 3rd motion shafts. 

Overoiling of the spark plugs was experienced, 
and was found to be due to oil getting down 
the valve stems. A cap washer was produced and 
fitted on top of the top spring washer wedges, 
preventing excessive oil leakage past the slots 
in the wedges; Rolls-Royce would not restrict 
the oil pressure to the valve rocker arrangement. 
This modification was covered by depot sheet 
No. BY16. The special washers covered by this 
modification must always be replaced when re- 
seating the valves. 

The by-pass oil filter as fitted to the Wraith 
engine was the same as fitted to the first post- 
world war 2 cars, and scrapped when the full 
flow filter was introduced. However the Wraith 
engine still has a gauze filter fitted in the sump, 
and all oil had to pass through it before reaching 
the oil pump. This filter should always be re- 
moved and cleaned when the car has an oil change, 
every 1000 miles. 

One big problem on the Wraith, as for the 
PII, was the inbuilt hydraulic jacks. These were 
fitted to the front and rear, and could be oper- 
ated either two front or two rear, or all four 
all round. However, as these were only used at 
times when a wheel had to be removed, the jacks 
could have a long period between uses. When 
required they would not operate and sometimes 
could fail. In the first Post-World War II cate- 
logue on the Rolls-Royce cars, it showed hydraulic 
jacks fitted. However the first Silver Wraith car 
to arrive in N.S.W. did not have them fitted, 
and the idea to fit them was cancelled. 

Bert Ward. 


FOR SALE 


PETROL TANKS — Silver Ghost. Maurice Mark- 


off of 44 Ruskin Street, Elwood, 3184, Vic., is 
arranging for local manufacture. Write him 
for details. 


FULL FLOW FILTER CONVERSION ‘Scheme 
B’ — Bentley Mk. VI and Silver Wraith. Noel 
McGarry of 41 Banbal Road, Engadine, 22338, 
N.S.W., has the principal bits of the scheme. 
This is for very early Bentley and Silver 
Wraith engines involving block drilling and 
faring. 


SILVER GHOST GEARBOX (Area 1918). In 
allegedly near new condition. To exchange for 
Type 35/37 Bugatte motor. Noel Howarth, 
9 Rossanden Street, Fisher, A.C.T. 2611. 


SILVER WRAITH CHASSIS No. WGC47 
(See page 217) 


The following letter was printed in the cor- 
respondence Section on Page 36 No. 93 November 
1975 Rolls-Royce Enthusiasts Club Bulletin: 

“Going through some old photographs I came 
across this one (photo of car shown) one of Park 
Ward’s 1949 prize winning Rolls-Royces. I was 
employed by Park Ward at the time I took this 
and as far as I can remember this was their 
first attempt at streamlining. Does anyone know 
if this particular car is still in use? 

Cliff Percival, Wembley.” 

As soon as I saw the photo, I recognised 
WGC47. Our Service Depot at Balfour Street, 
Chippendale unpacked this car in 1950 for a Mr. 
H. G. Bussell. 1 wrote the historv of this car 
up to that date and sent it to the R.R.E.C. hoping 
they would publish same, mainly for Cliff Per- 
cival’s satisfaction. I also included a page out of 
our then quarterly magazine of Winter 1964. 
Issue No. 15. This had a photo of WGC47 taken 
at the Federal Rally of 1964 at Wagga, then own- 
ed by Arthur McDermott of Victoria. To my 
surprise in the R.R.E.C. Bulletin No. 94 January 
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1976, the reply to Cliff Percival’s letter was from 
Tom Clarke: 

“The Silver Wraith by Park Ward on page 35 
of the November issue is unfortunately still about. 
A more hideous sight would be hard to imagine, 
it is chassis WGC47 illustrated on page 146 of 
Dalton’s The Elegance Continues, and the car is 
now in Australia. A 1964 picture of it showed 
it to be in good condiion in Victoria.” 

I do think it is very hard for some people to 
get away from their old conservative ideas. Park 
Ward knew that streamlining had to come and 
were brave enough to build this type of body. 

WGC47 was on Park Ward’s stand at the 
1949 London Motor Show. A Mr. H. G. Bussell 
and his wife who had a large manufacturing 
company in Sydney saw the car on show and 
purchased it. The body style was built for the 
U.S.A. and WGC47 was fitted with left hand 
steering. The purchase of this car by Mr. Bussell 
was subject to the chassis being changed over 
to right hand steering and modified for Austra- 
lian conditions before the car left England. 

All this was carried out by the factory. I 
suspect that they changed the whole chassis of 
the car as there was no evidence of any conver- 
sion when the car arrived in Sydney. When it 
was unpacked and prepared for the road, the 
particulars of this car were chassis No. WGC47, 
engine No. W246C, key No. WDA22, colour 
metallic blue and silver, weight 43 cwts. and the 
original registration No. GD 666. Later Mr. Bus- 
sell obtained the number plate HB 177. This car 
was delivered on 31-3-1950. 

It was the pride and joy of Mr. Bussell and 
his wife and was kept as such. In the late 1950’s 
he sold the car to a Mr. H. Delore of Newcastle 
who was an agent for B.M.C. Products. He hardly 
used the car and it was subsequently sold to 
Arthur McDermott of Victoria. About five years 
ago this car was purchased by Owen Bourke of 
Sydney and WGC47 is now in N.S.W. 

The body built by Park Ward on this chassis 
was the only one of this style. I am sure that 
if it had gone to the U.S.A., it could have been 
a good seller, especially when Rolls-Royce started 
to fit the five litre engine to the Silver Wraith 
chassis, and larger tyres. 

Bert Ward. 


“You didn't hear my car coming? Of course you didn't hear my car 
coming—you're not supposed to hear that car coming!” 
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October 27, 1948. 


In the Le 
MODERN MANNER 


A New Park Ward Touring 
Saloon on the Rolls - Royce 
Silver Wraith Chassis 


The metal covers enclosing the rear wheels hinge outward 
and upward when a wheel-change becomes necessary. 


The spare wheel is mounted 
ona swivelling arm which 
swings outward to avoid 
unnecessary _ lifting. In 
addition to the three large 
suitcases shown, more lug- 
gage can be carried on the 
hinged grid above the 
wheel. 


Head and pass lights 

a oe are built in. The 
grilles between them 
admit air to 
the body for 
interior 

\ ventilation. 


There is unusual width across the 
two bench-type seats, which are 
fully equipped with armrests and £ 
upholstered in two shades of blue. “ 

The centre partition, of figured : a 
walnut, is fitted with folding 
tables and a companion cupboard. 
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DECEMBER 11, 1926. 


cA LITTLE intimate personal history of men holding more or less 

prominent positions in commercia! or political life is always in- 
teresting to the man in the street. When such thumb-nail sketches 
describe some leading member of a particular trade or profession in 
which the reader has a direct concern, the tabloid biography makes an 
even stronger appeal. For these reasons we feel sure that ‘‘ Motor Life” 
readers will appreciate our short histories of those who take a leading part 
in the conduct of motoring affairs in the Commonwealth. 


Mr. Royce, at left, in consultation with his experts. 


Mr. Frederick Henry Royce 


2) G 


A Principal of Rolls Royce Ltd. 


EHIND the name of Frederick Henry Royce lies a wealth of motoring 
history, and it is safe to say that there is not a civilised country in the 
world to-day where his name is not at once recognised by reason of 
its association with the type of car which probably enjoys the best 
reputation of any automobile, namely the “Rolls-Royce.” Indeed, 

it is only a few weeks since an American publication drew attention to the 
fact that the Australian Government had once advertised a loan by stating 
that it was the ‘Rolls-Royce of Investments.” 

He was born at Alwalton, near Peterborough, in 1863, and, in the words 
of an inscription on a statue recently erected in his honour at Derby, “Owing 
to misfertunes in childhood he was almost self-educated.” Having served as 
an apprentice in the locomotive shops of the Great Northern Railway at Peter- 
borough, he set out into the world with visions of an engineering career, but 
he was without adequate funds, and for a fortnight tramped the streets of 
Leeds in search of work. Having gladly accepted a small job in the machine 
shop of an arsenal, where his hours were from six in the morning until ten 
at night, he at eighteen began a course of study at an evening school, and ere 
long became a technical expert for an electrical company in Liverpool. This 
company, however, “petered out,” and he began a small business of his own 
under the style, “Royce Ltd.,” in Manchester which now survives as a successful 
company. Here he first of all specialised in the manufacture of incandescent 
lamps. 

He was not slow to realise the possibilities of the new form of transporta- 
tion when the car was first introduced into England, and was an early purchaser. 
But he had no false conception of the merits of the then models, and realised 


Personalities of 
Motordom 


how unreliable and tiresome they 
could be. The first Rolls-Royce was 
a two-cylinder 10 h.p. car, and with 
the co-operation of Mr. Rolls and Mr. 
Claude Johnston several of these were 
constructed and sold. It was in 1905 
that the Rolls-Royce Company was 
formed with a capital of £160,000. 
Immediately the Directors set out to 
select a standard type of car, and after 
due experiment decided to concentrate 
their attention on a six-cylinder engine, 
and this at a-time when the “6” was 
almost an unknown quantity. From 
that day to this the progress of the 
“Rolls-Royce” has been one of un- 
qualified success, and to-day it enjoys 
an enviable and world-wide reputation. 
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